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57 ABSTRACT 
A pneumatic tire pressure determining system on a 
motor vehicle detects an actual rotational speed differ 
ence between rotational speeds of front or rear left and 
right road wheels of the motor vehicle, detects an oper 
ating condition of the motor vehicle, and calculates an 
adequate rotational speed difference between rotational 
speeds of the front or rear left and right road wheels 
based on the detected operating condition of the motor 
vehicle. The system compares the adequate rotational 
speed difference and the actual rotational speed differ 
ence, and when the difference between the compared 
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1. 

SYSTEM FOR DETERMINING PNEUMATIC TRE 
PRESSURE FOR MOTOR VEHICLE BY 

COMPARING ACTUAL TO ADEQUATE WHEEL 
ROTATIONAL SPEED 

BACKGROUND OF THE INVENTION 
1. Field of the Invention 
The present invention relates to a system for deter 

mining the pressure of a pneumatic tire for use on a 
motor vehicle such as an automobile, and more particu 
larly to a pneumatic tire pressure determining system 
for determining a reduction in the pneumatic tire pres 
sure when the difference between the rotational speeds 
of road wheels of a motor vehicle does not fall within a 
predetermined range that depends on an operating con 
dition of the motor vehicle. 

2. Description of the Prior Art 
Known pneumatic tire pressure determining systems 

are disclosed in Japanese patent publication No. 
56-10202 and Japanese laid-open patent publication No. 
63-305011, for example. 
The pneumatic tire pressure determining system dis 

closed in Japanese laid-open patent publication No. 
63-305011 detects the angular velocities of four road 
wheels, i.e., front left, front right, rear left, and rear 
right road wheels, of a motor vehicle, calculates the 
sums of the angular velocities of diagonal pairs of road 
wheels, and compares the angular velocity of each of 
the road wheels with the average value of the angular 
velocities of the four road wheels if the difference be 
tween the calculated sums falls within a predetermined 
range, thereby determining a reduction in the pneu 
matic pressure in any of the tires of the road wheels. 
The disclosed pneumatic tire pressure determining 

system cannot determine the pneumatic tire pressures 
highly accurately and hence is not highly reliable be 
cause only the angular velocities of the road wheels are 
used as a reference value. More specifically, the pneu 
matic tire pressure determining system can determine a 
reduction in the pneumatic tire pressure of one road 
wheel, but fails to detect which one of the tires of the 
road wheels has suffered such a pneumatic tire pressure 
drop. Furthermore, in the event that the pneumatic tire 
pressures of two or three road wheels have dropped 
with a resultant reduction in the average angular veloc 
ity, the system cannot determine whether the pneumatic 
tire pressures have decreased or not. 

SUMMARY OF THE INVENTION 

It is therefore an object of the present invention to 
provide a pneumatic tire pressure determining system 
which is capable of determining a reduction in the pneu 
matic tire pressures of a plurality of road wheels and 
also determining which road wheel has been subjected 
to a pneumatic tire pressure drop. 
According to the present invention, there is provided 

a system for determining a reduction in the pneumatic 
tire pressure of road wheels on a motor vehicle, com 
prising first means for detecting an actual rotational 
speed difference between rotational speeds of front left 
and right road wheels of the motor vehicle, second 
means for detecting an operating condition of the motor 
vehicle, third means for calculating an adequate rota 
tional speed difference between rotational speeds of the 
front left and right road wheels based on an output 
signal from the second means, and fourth means for 
comparing the adequate rotational speed difference 
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2 
calculated by the third means and the actual rotational 
speed difference detected by the first means, and deter 
mining a pneumatic tire pressure reduction when the 
difference between the compared actual and adequate 
rotational speed differences exceeds a predetermined 
value. The system determines an adequate rotational 
speed difference that is estimated from the operating 
condition of the motor vehicle if the pneumatic tire 
pressure is normal, compares the adequate rotational 
speed difference with the actual rotational speed differ 
ence between the front road wheels, and determines a 
pneumatic tire pressure reduction when the difference 
between the compared actual and adequate rotational 
speed differences exceeds the predetermined value. 
According to the present invention, there is also pro 

vided a system for determining a reduction in the pneu 
matic tire pressure of road wheels on a motor vehicle, 
comprising first means for detecting an actual rotational 
speed difference between rotational speeds of rear left 
and right road wheels of the motor vehicle, second 
means for detecting an operating condition of the motor 
vehicle, third means for calculating an adequate rota 
tional speed difference between rotational speeds of the 
front left and right road wheels based on an output 
signal from the second means, and comparing means for 
comparing the adequate rotational speed difference 
calculated by the third means and the actual rotational 
speed difference detected by the first means, and deter 
mining a pneumatic tire pressure reduction when the 
difference between the compared actual and adequate 
rotational speed differences exceeds a predetermined 
value. The system determines an adequate rotational 
speed difference that is estimated from the operating 
condition of the motor vehicle if the pneumatic tire 
pressure is normal, compares the adequate rotational 
speed difference with the actual rotational speed differ 
ence between the rear road wheels, and determines a 
pneumatic tire pressure reduction when the difference 
between the compared actual and adequate rotational 
speed differences exceeds the predetermined value. 
The second means may comprise means for detecting 

a lateral acceleration of the motor vehicle and means for 
detecting a speed of the motor vehicle. The second 
means determines an operating condition of the motor 
vehicle based on a steering angle, a lateral acceleration, 
and a speed of the motor vehicle. If the steering angle is 
not Zero and a lateral acceleration occurs, then the 
System can calculate a radius of curvature of an arc 
along which the motor vehicle runs, i.e., the adequate 
rotational speed difference, depending on the speed of 
the motor vehicle. If the steering angle is zero and a 
lateral acceleration occurs, then the system determines 
a pneumatic tire pressure reduction of any of the road 
wheels. 
According to the present invention, there is further 

provided a system for determining a reduction in the 
pneumatic tire pressure of road wheels on a motor vehi 
cle, comprising first means for detecting rotational 
speeds of drive and driven road wheels of the motor 
vehicle and calculating an actual ratio of slippage be 
tween the drive and driven road wheels based on the 
detected rotational speeds, second means for calculating 
an adequate ratio of slippage of the drive road wheels if 
the pneumatic tire pressure of the drive and driven road 
wheels is determined as normal from an operating con 
dition of an engine of the motor vehicle, and comparing 
means for comparing the actual ratio of slippage calcu 
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lated by the first means and the adequate ratio of slip 
page calculated by the second means, and determining a 
pneumatic tire pressure reduction when the difference 
between the compared actual and adequate ratios of 
slippage exceeds a predetermined value. The system 5 
determines an adequate ratio of slippage that is esti 
mated if the pneumatic tire pressure is determined as 
normal from the operating condition of the engine, and 
determines a pneumatic tire pressure reduction when 
the difference between the compared actual and ade- 10 
quate ratios of slippage exceeds a predetermined value. 
The system may further comprise means for disabling 

the comparing means if at least one of the following 
conditions a, b, c, d, e, f, g is satisfied: 

a: the motor vehicle is not running; 15 
b: the motor vehicle is braked; 
c: the motor vehicle is running on rough terrain; 
d: a lateral acceleration of the motor vehicle is not 

within a predetermined range; 
e: a steering angle of the motor vehicle is not in a 20 

predetermined range; 
f: a longitudinal acceleration of the motor vehicle is 

not within a predetermined range; and 
g: an engine output torque of the motor vehicle is not 

within a predetermined range. If at least one of the 25 
above conditions is satisfied, i.e., if the operating 
condition of the motor vehicle or the engine cannot 
accurately be detected, then the system does not 
carry out a process of determining a pneumatic tire 
pressure. Accordingly, the system can accurately 30 
determine a pneumatic tire pressure with high reli 
ability. 

The system may further comprise means for enabling 
the comparing means if a lateral acceleration of the 
motor vehicle falls within a predetermined range, a 35 
longitudinal acceleration of the motor vehicle falls 
within a predetermined range, a steering angle of the 
motor vehicle falls within a predetermined range, and 
an engine output torque of the motor vehicle falls 
within a predetermined range. If the lateral acceleration 40 
of the motor vehicle falls within the predetermined 
range, the longitudinal acceleration of the motor vehi 
cle falls within the predetermined range, the steering 
angle of the motor vehicle falls within the predeter 
mined range, and the engine output torque of the motor 45 
vehicle falls within the predetermined range, i.e., if the 
operating condition of the motor vehicle or the engine 
can accurately be detected, then the system carries out 
a process of determining a pneumatic tire pressure. 
Accordingly, the system can accurately determine a 50 
pneumatic tire pressure with high reliability. 
The above and further objects, details and advantages 

of the present invention will become apparent from the 
following detailed description of a preferred embodi 
ment thereof, when read in conjunction with the ac- 55 
companying drawings. 
BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 is a block diagram of a system for determining 
a pneumatic tire pressure according to the present in- 60 
vention; and 
FIG. 2 is a detailed block diagram of a controller of 

the system shown in FIG. 1. 
DETALED DESCRIPTION OF THE 

PREFERRED EMBODIMENT 

As shown in FIG. 1, a rear-wheel-drive motor vehi 
cle such as an automobile has a front left road wheel 
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4. 
11FL, a front right road wheel 11FR, a rear left road 
wheel 11RL, and a rear right road wheel 11RR. The 
motor vehicle has a steering wheel 13 which is opera 
tively coupled to the front left and right road wheels 
11FL, 11FR through a known steering mechanism 12 
for turning the front left and right road wheels 11FL, 
11FR to steer the motor vehicle. The motor vehicle also 
has a power unit or engine 15 that is operatively con 
nected to the rear left and right road wheels 11RL, 
11RR through a final speed reducer mechanism or dif 
ferential 14 for driving the rear left and right road 
wheels 11RL, 11RR. 
A pneumatic tire pressure determining system ac 

cording to the present invention is incorporated in the 
motor vehicle shown in FIG. 1, and includes wheel 
sensors 16FL, 16FR, 16RL, 16RR associated respec 
tively with the front left road wheel 11FL, the front 
right road wheel 11FR, the rear left road wheel 11RL, 
and the rear right road wheel 11RR for individually 
detecting respective rotational speeds thereof, and a 
steering sensor 17 associated with the steering mecha 
nism 12 for detecting a steering angle, i.e., an angle 
through which the steering wheel 13 has been turned. 
The wheel sensors 16FL, 16FR, 16RL, 1.6RR and the 
steering sensor 17 are electrically connected to a con 
troller 18 of the pneumatic tire pressure determining 
system. To the controller 18, there are also electrically 
connected a lateral acceleration sensor 19 for detecting 
a lateral acceleration of the motor vehicle, i.e., an accel 
eration of the motor vehicle in the transverse direction 
thereof, alongitudinal acceleration sensor 20 for detect 
ing a longitudinal acceleration of the motor vehicle, i.e., 
an acceleration of the motor vehicle in the longitudinal 
direction thereof, a brake sensor 21 for detecting a de 
pressed stroke of the brake pedal of the motor vehicle, 
an accelerator sensor 22 for detecting a depressed 
stroke of the accelerator pedal of the motor vehicle, a 
transmission sensor 26 for detecting a gear position of 
the transmission of the motor vehicle, and an alarm unit 
23 such as warning lamps, speakers, buzzers or the like. 
The longitudinal acceleration sensor 20 may comprise a 
differentiating circuit for calculating the derivatives of 
the rotational speeds of the road wheels, i.e., the accel 
erations of the road wheels, or a circuit for calculating 
a longitudinal acceleration from the difference between 
the rotational speeds of the front and rear road wheels. 
As shown in FIG. 2, the controller 18 has a first 

subtracter 24 and a first adder 27 which are connected 
to the wheel sensors 16FL, 16FR associated with the 
respective front left and right road wheels 11FL, 11FR, 
and a second subtracter 25 and a second adder 28 which 
are connected to the wheel sensors 16RL, 16RR associ 
ated with the respective rear left and right road wheels 
11RL, 11RR. The first subtracter 24 is connected 
through a low-pass filter 29 to a first steering angle 
converter 31. The first subtracter 24 deducts an output 
signal of the wheel sensor 16FR from an output signal 
of the wheel sensor 16FL, and outputs a differential 
signal representative of the difference between the rota 
tional speeds of the front left and right road wheels 
1FL, 11FR. The second subtracter 25 is connected 
through a low-pass filter 30 to a second steering angle 
converter 32. The second subtracter 25 deducts an out 
put signal of the wheel sensor 16RR from an output 
signal of the wheel sensor 16RL, and outputs a differen 
tial signal representative of the difference between the 
rotational speeds of the rear left and right road wheels 
11RL, 11RR. 
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The first steering angle converter 31 is supplied with 
a vehicle speed signal V from a vehicle speed sensor 50 
(see FIG. 1), and has an output terminal connected to a 
first averaging circuit 33. The first steering angle con 
verter 31 calculates a steering angle from the differen 
tial signal from the first subtracter 24 and the vehicle 
speed signal V, and applies a signal indicative of the 
calculated steering angle to the first averaging circuit 
33. The second steering angle converter 32 is also sup 
plied with the vehicle speed signal V, and has an output 
terminal connected to a second averaging circuit 34. 
The second steering angle converter 32 calculates a 
steering angle from the differential signal from the sec 
ond subtracter 25 and the vehicle speed signal V, and 
applies a signal indicative of the calculated steering 
angle to the second averaging circuit 34. 
The vehicle speed sensor 50 may comprise a circuit 

for calculating an average value of the output signals 
from the wheel sensors 16FL, 16FR, so that the vehicle 
speed is represented by the average value of the rota 
tional speeds of the front road wheels 11FL, 11FR that 
are driven road wheels. 
The first and second averaging circuits 33, 34, to 

which an inhibit condition setting circuit 37 is con 
nected, has output terminals connected to respective 
third and fourth subtracters 35, 36. The first averaging 
circuit 33 stores output signals from the first steering 
angle converter 31 during a predetermined period of 
time, updates the oldest stored data each time an output 
signal is supplied from the first steering angle converter 
31, and calculates the average value of the output sig 
nals from the first steering angle converter 31 during 
the predetermined period of time. When a determina 
tion permission signal is supplied from the inhibit condi 
tion setting circuit 37, the first averaging circuit 33 
applies a signal that represents the average value (esti 
mated steering angle) of the calculated steering angles 
during the predetermined period of time, to the third 
subtracter 35. Similarly, the second averaging circuit 34 
stores output signals from the second steering angle 
converter 32 during a predetermined period of time, 
updates the oldest stored data each time an output signal 
is supplied from the second steering angle converter 32, 
calculates the average value of the output signals from 
the second steering angle converter 32 during the pre 
determined period of time, and applies a signal that 
represents the average value (estimated steering angle) 
of the calculated steering angles during the predeter 
mined period of time, to the fourth subtracter 36 when 
a determination permission signal is supplied from the 
inhibit condition setting circuit 37. 
The inhibit condition setting circuit 37 has output 

terminals connected to the first and second averaging 
circuits 33, 34, as described above, and also to a third 
averaging circuit 39. The inhibit condition setting cir 
cuit 37 has input terminals connected to the vehicle 
speed sensor 50, the wheel sensors 16FL, 16FR, 16RL, 
16RR, the steering sensor 17, the lateral acceleration 
sensor 19, the longitudinal acceleration sensor 20, the 
brake sensor 21, and a torque estimating circuit 38. The 
inhibit condition setting circuit 37 processes detected 
signals from these sensors and circuit, and outputs a 
determination inhibit signal when the vehicle speed is 
zero or in a low-speed range lower than a predeter 
mined vehicle speed, or when the brake pedal is de 
pressed to brake the motor vehicle, or when the road 
wheels suffer rotational vibrations as upon traveling on 
rough terrain, or when the lateral acceleration is not in 
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6 
a predetermined range, or when the steering angle is not 
in a predetermined range, or when the longitudinal 
acceleration is not in a predetermined range, or when 
the output torque of the engine is not in a predetermined 
range, and outputs a determination permission signal 
otherwise. The torque estimating circuit 38 estimates 
the output torque of the engine based on the output 
signal from the accelerator sensor 22. 
The third subtracter 35 has one input terminal con 

nected to the output terminal of the first averaging 
circuit 33 and the other input terminal to the output 
terminal of the third averaging circuit 39. The third 
subtracter 35 has its output terminal connected to a first 
comparator 40. The third subtracter 35 is supplied with 
a signal, which represents the estimated steering angle 
calculated based on the difference between the rota 
tional speeds of the front left and right road wheels 
11FL, 11FR, from the first averaging circuit 33, and a 
signal, which represents an adequate steering angle 
(described later on), from the third averaging circuit 39, 
and subtracts one of the supplied signals from the other 
to output a signal indicative of the angular difference 
between the estimated steering angle and the adequate 
steering angle. Likewise, the fourth subtracter 36 has 
one input terminal connected to the output terminal of 
the second averaging circuit 34 and the other input 
terminal to the output terminal of the third averaging 
circuit 39. The fourth subtracter 36 has its output termi 
nal connected to a second comparator 41. The fourth 
subtracter 36 is supplied with a signal, which represents 
the estimated steering angle calculated based on the 
difference between the rotational speeds of the rear left 
and right road wheels 11RL, 11RR, from the second 
averaging circuit 34, and a signal, which represents the 
adequate steering angle from the third averaging circuit 
39, and subtracts one of the supplied signals from the 
other to output a signal indicative of the angular differ 
ence between the estimated steering angle and the ade 
quate steering angle. Each of the angular differences 
calculated by the subtracters 35, 36 is based on one, used 
as a reference, of the rotational speeds of the left and 
right road wheels, and is positive when one is greater 
than the other and negative when one is smaller than the 
other. 
The third averaging circuit 39 has an input terminal 

connected to the inhibit condition setting circuit 37 and 
another input terminal connected to a steering angle 
converter 42. The steering angle converter 42 has input 
terminals connected to the lateral acceleration sensor 19 
and the vehicle speed sensor 50. The steering angle 
converter 42 has a data table which stores steering an 
gles in relation to lateral accelerations using vehicle 
speeds as parameters when the road wheels 11FL, 
11FR, 11RL, 11RR have normal pneumatic tire pres 
sures. Based on the lateral acceleration detected by the 
lateral acceleration sensor 19 and the vehicle speed 
detected by the vehicle speed sensor 50, the steering 
angle converter 42 searches the data table for an ade 
quate steering angle, i.e., a steering angle when the 
pneumatic tire pressures of the road wheels 11FL, 
11FR, 11RL, 11RR are normal, and applies an output 
signal representative of the adequate steering angle to 
the third averaging circuit 39. In response to the deter 
mination permission signal from the inhibit condition 
setting circuit 37, the third averaging circuit 39 calcu 
lates an average value of adequate steering angles dur 
ing a predetermined period of time, and outputs a signal 
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indicative of the average adequate steering signal to the 
third and fourth subtracters 35, 36. 
The first comparator 40 has two input terminals con 

nected respectively to the third subtracter 35 and a 
reference value output circuit 43, and an output termi 
nal connected to the alarm unit 23. The reference value 
output circuit 43 outputs a signal indicative of a certain 
range having a predetermined width with a central 
value of 0, to the first comparator 40. When the output 
signal from the third subtracter 35 does not fall within, 
or exceeds, the range of the output signal from the 
reference value output circuit 43, the first comparator 
40 outputs a drive signal depending on the direction in 
which the output signal from the third subtracter 35 
exceeds the range from the reference value output cir 
cuit 43, to the alarm unit 23. More specifically, as de 
scribed above, the output signal from the third sub 
tracter 35 is positive or negative depending on which 
one of the rotational speeds of the front left and right 
road wheels 11FL, 11FR is higher than the other. 
Therefore, if the output signal from the third subtracter 
35 exceeds the range of the output signal from the refer 
ence value output circuit 43 in a positive direction, then 
it can be determined that the pneumatic tire pressure of 
the front left road wheel 11FL has dropped, and if the 
output signal from the third subtracter 35 exceeds the 
range of the output signal from the reference value 
output circuit 43 in a negative direction, then it can be 
determined that the pneumatic tire pressure of the front 
right road wheel 11FR has dropped. The first compara 
tor 40 now outputs a drive signal indicating that the 
pneumatic tire pressure of either the front left road 
wheel 11FL or the front right road wheel 11 FR has 
dropped. Similarly, the second comparator 41 has two 
input terminals connected respectively to the fourth 
subtracter 36 and a reference value output circuit 44, 
and an output terminal connected to the alarm unit 23. 
When the output signal from the fourth subtracter 36 
exceeds the range of the output signal from the refer 
ence value output circuit 44, the second comparator 41 
outputs a drive signal depending on the direction in 
which the output signal from the fourth subtracter 36 
exceeds the range from the reference value output cir 
cuit 44, to the alarm unit 23. 
The first and second adders 27, 28 have respective 

output terminals connected to respective input termi 
nals of a fifth subtracter 45 whose output terminal is 
connected to an input terminal of a sixth subtracter 46. 
The fifth subtracter 45 subtracts an output signal of the 
second adder 28 from an output signal of the first adder 
27 to calculate the difference between the rotational 
speeds of the front and rear road wheels, i.e., an amount 
of slippage (actual amount of slippage) of the front and 
rear road wheels per unit time, and outputs a signal 
representative of the actual amount of slippage to the 
sixth subtracter 46. The sixth subtracter 46 has two 
input terminals, one connected to the fifth subtracter 45 
and one to a slippage amount estimating circuit 47. The 
output terminal of the sixth subtracter 46 is connected 
to a third comparator 48. The sixth subtracter 46 is 
Supplied with a signal indicative of an estimated amount 
of slippage from the slippage amount estimating circuit 
47, and compares the output signal from the fifth sub 
tracter 45 with the signal from the slippage amount 
estinating circuit 47, i.e., compares the actual amount 
of slippage with the estimated amount of slippage. The 
sixth subtracter 46then outputs a signal indicative of the 
difference between the actual and estimated amounts of 
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8 
slippage, i.e., a slippage difference, to the third compar 
ator 48. 
The slippage amount estimating circuit 47 has two 

input terminals connected to the output terminal of the 
torque estimating circuit 38 and the vehicle speed sen 
sor 50. The torque estimating circuit 38 has input termi 
nals connected to the accelerator sensor 22 and the 
transmission sensor 26. The torque estimating circuit 38 
has a first data table which stores engine output torques 
in relation to depressed strokes of the accelerator pedal 
and also has a second data table which stores drive 
forces for the rear road wheels 11RL, 11RR in relation 
to engine output torques using transmission gear ratios 
as parameters. In response to a detected depressed 
stroke of the accelerator pedal, used as an address, the 
torque estimating circuit 38 searches the first data table 
for an engine output torque. Then, the torque estimating 
circuit 38 searches the second data table for a drive 
force for the rear road wheels 11RL, 11RR based on the 
engine output torque determined from the first data 
table. The torque estimating circuit 38 now outputs a 
signal indicative of the drive force to the slippage 
amount estimating circuit 47. Based on the drive force 
signal from the torque estimating circuit 38 and the 
vehicle speed signal V from the vehicle speed sensor 50, 
the slippage amount estimating circuit 47 calculates an 
estimated amount of slippage of the rear road wheels, or 
determines it from a data table. The slippage amount 
estimating circuit 47 then applies a signal indicating the 
estimated amount of slippage to the sixth subtracter 46. 
The third comparator 48 has two input terminals, one 

connected to the sixth subtracter 46 and one to a refer 
ence value output circuit 49. The third comparator 48 
has its output terminal connected to the alarm unit 23. 
The reference value output circuit 49 outputs a refer 
ence value signal indicative of a certain range for deter 
mining which one of the front and rear road wheels is 
suffering a pneumatic tire pressure drop. The third com 
parator 48 compares the output signal from the sixth 
subtracter 46 with the reference value signal from the 
reference value output circuit 49. When the output 
signal from the sixth subtracter 46 exceeds the signal 
range of the reference value output circuit 49, the third 
comparator 48 outputs a drive signal depending on 
whether the output signal from the sixth subtracter 46 
exceeds the signal range of the reference value output 
circuit 49 in a positive or negative direction. More spe 
cifically, when the slippage difference between the ac 
tual and estimated amounts of slippage exceeds the 
reference signal range, the third comparator 48 applies 
a drive signal depending on whether the output signal 
from the sixth subtracter 46 exceeds the reference signal 
range in a positive or negative direction, to the alarm 
unit 23. 
The alarm unit 23 may comprise warning lamps or 

speakers corresponding to the respective pneumatic tire 
pressures of all the road wheels. In response to the drive 
signals from the first, second, and third comparators 40, 
41, 48, the alarm unit 23 selectively energizes or turns 
on and off the warning lamps to warn the driver of the 
motor vehicle. Alternatively, the alarm unit 23 may 
selectively energize the buzzers to give audible warning 
sounds to the driver of the motor vehicle. 

In this embodiment, a steering angle is estimated from 
the difference between the rotational speeds of the front 
left and right road wheels 11FL, 11FR, and an adequate 
steering angle is determined from the lateral accelera 
tion on the assumption that the pneumatic tire pressures 
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are normal. Insofar as the pneumatic tire pressures are 
normal, the estimated steering angle and the adequate 
steering angle agree to each other. If the pneumatic tire 
pressure of one of the front left and right road wheels 
11FL, 11FR is lowered, then the radius of curvature of 
an arc along which the road wheel with the lowered 
pneumatic tire pressure is reduced, and the difference 
between the rotational speeds of the road wheels varies, 
resulting in a change in the estimated steering angle. 
When the difference between the estimated steering 

angle of the front road wheels 11FL, 11FR and the 
adequate steering angle exceeds a predetermined value, 
the pneumatic tire pressure of one of the front left and 
right road wheels 11FL, 11FR is judged as being low 
ered. Therefore, even in the event of a reduction in the 
pneumatic tire pressure of the rear road wheels 11RL, 
11RR, the system can accurately determine a reduction 
in pneumatic tire pressure of the front left and right 
road wheels 11FL, 11FR with high reliability. Since the 
adequate steering angle is calculated from the output 
signal from the lateral acceleration sensor 19, rather 
than the steering angle sensor, the steering angle sensor 
is not required to be highly accurate, and hence may be 
of a low cost. 

Likewise, an estimated steering angle is calculated 
from the difference between the rotational speeds of the 
rear left and right road wheels 11RL, 11RR, and an 
adequate steering angle is determined from the lateral 
acceleration on the assumption that the pneumatic tire 
pressures are normal. When the difference between the 
estimated steering angle of the rear road wheels 11RL, 
11RR and the adequate steering angle exceeds a prede 
termined value, the pneumatic tire pressure of one of 
the rear left and right road wheels 11RL, 11RR is 
judged as being lowered. Therefore, the system can 
accurately determine a reduction in pneumatic tire pres 
sure of the rear left and right road wheels 11RL, 11RR 
with high reliability without being adversely affected 
by the pneumatic tire pressures of the front road wheels 
11FL, 11FR. 
The system according to the present invention also 

calculates the average value of the rotational speeds of 
the front road wheels 11FL, 11FR and the average 
value of the rotational speeds of the rear road wheels 
11RL, 11RR, and determines an actual amount or ratio 
of slippage from the average value of the rotational 
speeds of the front road wheels 11FL, 11FR and the 
average value of the rotational speeds of the rear road 
wheels 11RL, 11RR. In addition, the system calculates 
an adequate (estimated) amount or ratio of slippage on 
the assumption that the pneumatic tire pressures are 
normal by estimating drive forces for the rear road 
wheels from the depressed stroke of the accelerator 
pedal and the gear ratio of the transmission. When the 
difference between the actual ratio of slippage and the 
adequate ratio of slippage exceeds a predetermined 
value, the system determines that the pneumatic tire 
pressures of the front or rear road wheels are reduced. 
Therefore, even in the event that the pneumatic tire 
pressures of the front and rear road wheels on the left or 
right side are lowered, the system can reliably deter 
mine that the pneumatic tire pressure of one of the front 
and rear road wheels is reduced. Inasmuch as the engine 
output torque is determined by processing the output 
signal from the accelerator sensor instead of a torque 
sensor, an expensive torque sensor is not required, mak 
ing the cost of the system relatively low. 
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10 
Based on the results of the above determination pro 

cesses, the system actuates the alarm unit 23 to selec 
tively energize or turn on and off the warning lamps, 
speakers, or buzzers corresponding to the road wheels 
which have suffered a pneumatic tire pressure reduc 
tion, thereby warning the driver of the motor vehicle. 
Therefore, the driver can recognize not only a pneu 
matic tire pressure drop, but also a tire which is suffer 
ing a pneumatic pressure reduction, so that the driver 
can quickly take a subsequent action to increase the 
pneumatic tire pressure or replace the tire. 
The system according to the present invention does 

not determine whether a pneumatic tire pressure has 
dropped or not when at least one of the following con 
ditions a, b, c, d, e, f, g is satisfied, i.e., the motor vehicle 
operates under a stable condition: 

a: the motor vehicle is not running; 
b: the motor vehicle is braked; 
c: the motor vehicle is running on rough terrain; 
d: the lateral acceleration of the motor vehicle is not 

within a predetermined range; 
e: the steering angle is not in a predetermined range; 
f: the longitudinal acceleration of the motor vehicle is 

not within a predetermined range; and 
g: the engine output torque is not within a pre-deter 
mined range. 

Given the above conditions a, b, c, d, e, f, g, the 
system can determine a pneumatic tire pressure highly 
accurately and reliably. 
The system according to the present invention may 

be arranged to determine a pneumatic tire pressure only 
when the lateral acceleration of the motor vehicle falls 
within a predetermined range, the longitudinal acceler 
ation of the motor vehicle falls within a predetermined 
range, the steering angie falls within a predetermined 
range, and the engine output torque falls within a prede 
termined range. The system thus arranged can deter 
mine a pneumatic tire pressure highly reliably only 
when the motor vehicle is running highly stably. 

In the illustrated embodiment, the system employs an 
intermediate quantity (physical quantity) such as a 
steering angle, a rate of slippage, or the like during a 
process of determining a pneumatic tire pressure. How 
ever, such an intermediate quantity is Given only by 
way of illustrative example. Instead, a yaw rate, a wheel 
speed difference or a lateral acceleration may be used 
for comparison, or a quantity different from the steering 
angle or the like may be employed. Particularly, if a 
yaw rate is to be employed instead of a lateral accelera 
tion, then a yaw rate sensor may be used in place of the 
lateral acceleration sensor, and a steering angle may be 
calculated from an output signal from the yaw rate 
sensor for comparison with a steering angle determined 
from a wheel speed difference, or a yaw rate may be 
calculated from a wheel speed difference for compari 
son with a yaw rate detected by the yaw rate sensor. 
When the difference between the compared steering 
angles or yaw rates exceeds a predetermined value, the 
system may determine that the pneumatic tire pressure 
has dropped. 
The system according to the present invention has 

been illustrated as being incorporated in a rear-wheel 
drive motor vehicle. However, the principles of the 
present invention are also applicable to a front-wheel 
drive motor vehicle. 
Although there has been described what is at present 

considered to be the preferred embodiment of the in 
vention, it will be understood that the invention may be 
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embodied in other specific forms without departing 
from the essential characteristics thereof. The present 
embodiment is therefore to be considered in all respects 
as illustrative, and not restrictive. The scope of the 
invention is indicated by the appended claims rather 
than by the foregping description. 
What is claimed is: 
1. A system for determining a reduction in the pneu 

matic tire pressure of road wheels on a motor vehicle, 
comprising: 

first means for detecting an actual rotational speed 
difference between rotational speeds of front left 
and right road wheels of the motor vehicle; 

second means for detecting an operating condition of 
the motor vehicle; 

third means for calculating an adequate rotational 
speed difference between rotational speeds of the 
front left and right road wheels based on an output 
signal from said second means; and 

fourth means for comparing said adequate rotational 
speed difference calculated by said third means and 
said actual rotational speed difference detected by 
said first means, and determining a pneumatic tire 
pressure reduction when the difference between 
the compared actual and adequate rotational speed 
differences exceeds a predetermined value. 

2. A system for determining a reduction in the pneu 
matic tire pressure of road wheels on a motor vehicle, 
comprising: 

first means for detecting an actual rotational speed 
difference between rotational speeds of rear left 
and right road wheels of the motor vehicle; 

second means for detecting an operating condition of 
the motor vehicle; 

third means for calculating an adequate rotational 
speed difference between rotational speeds of the 
rear left and right road wheels based on an output 
signal from said second means; and 

comparing means for comparing said adequate rota 
tional speed difference calculated by said third 
means and said actual rotational speed difference 
detected by said first means, and determining a 
pneumatic tire pressure reduction when the differ 
ence between the compared actual and adequate 
rotational speed differences exceeds a predeter 
mined value. 
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3. A system according to claim 1 or 2, wherein said 

operating condition of said second means determined by 
detecting a lateral acceleration of the motor vehicle and 
detecting a speed of the motor vehicle. 

4. A system for determining a reduction in the pneu 
matic tire pressure of road wheels on a motor vehicle, 
comprising: 

first means for detecting rotational speeds of drive 
and non-drive road wheels of the motor vehicle 
and calculating an actual ratio of slippage between 
the drive and non-drive road wheels based on the 
detected rotational speeds; 

second means for calculating an adequate ratio of 
slippage of the drive road wheels if the pneumatic 
tire pressure of the drive and non-drive road 
wheels is determined as normal from an operating 
condition of an engine of the motor vehicle; and 

comparing means for comparing said actual ratio of 
slippage calculated by said first means and said 
adequate ratio of slippage calculated by said sec 
ond means, and determining a pneumatic tire pres 
sure reduction when the difference between the 
compared actual and adequate ratios of slippage 
exceeds a predetermined value. 

5. A system according to claim 1, 2, or 4, further 
comprising means for disabling said comparing means if 
at least one of the following conditions a, b, c, d, e, f,g 
is satisfied: 

a: the motor vehicle is not running; 
b: the motor vehicle is braked; 
c: the motor vehicle is running on rough terrain; 
d: a lateral acceleration of the motor vehicle is not 

within a predetermined range; 
e: a steering angle of the motor vehicle is not in a 

predetermined range; 
f: a longitudinal acceleration of the motor vehicle is 

not within a predetermined range; and 
g: an engine output torque of the motor vehicle is not 

within a predetermined range. 
6. A system according to claim 1, 2, or 4, further 

comprising means for enabling said comparing means if 
a lateral acceleration of the motor vehicle falls within a 
predetermined range, a longitudinal acceleration of the 
motor vehicle falls within a predetermined range, a 
steering angle of the motor vehicle falls within a prede 
termined range, and an engine output torque of the 
motor vehicle falls within a predetermined range. 
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